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A METHOD FOR COMPUTING LEADING-EDGE LOADS

By Ricearp V. REopk and HENEY A. PEARSON

SUMMARY

In this report a formula is developed that enables the
delermination of the proper design load for the portion of
the wing forward of the front spar. The formula 8 inher-
ently rational in concepl, as ¥ takes into account the
most importani variables thal affect the leading-edge load,
although theoretical rigor has been sacrificed for simplicity

INTRODUCTION

Recent failures of the leading-edge structures of
some airplanes at high angles of attack and in nose
dives have indicated the necessity for a revision of the
specifications for the design of the leading edge of the
wing. (Seefigs.1and 2.) While the present Army and
Navy design rules (references 1 and 2) furnish a fairly

— —————rm—— —

F1aure 1.—Leading-edge failure that occurred in a fast dive

and ease of application. Some empirical correclions,
based on pressure distribuiion measurements on the
“PW-9" and *“M-3" airplanes, have been introduced to
provide properly for biplanes.

Results from the formula check experimental values in
a variety of cases with good accuracy in the critical load-
ing conditions. The use of the method for design purposes
18 therefore felt to be justified and is recommended.

good criterion for the strength of the leading-edge struc-
ture in the high angle of attack condition, the entirely
arbitrary provision for the nose-dive condition is
inadequate in many cases. The Aeronautics Branch of
the Department of Commerce has no rule for either case.

The National Advisory Committee for Aeronautics
is now in a favorable position to study problems of this
nature, making use of pressure-distrubution data from
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flight tests and from tests at high Reynolds Numbers in
the variable-density wind tunnel which have been accu-
mulated over a period of years.

It is, therefore, the purpose of this paper to develop
and to present a more satisfactory rule for the practical
determination of leading-edge design loads than has
heretofore existed. .

The development of the formula involves, basically,
theoretical considerations set forth in reference 3,
although, in keeping with the interests of the practical
designer, liberties have been taken with the rigorous
theory to simplify the result as much as possible con-
gistent with reasonable accuracy. Also, although the
formula gives fair results for any condition of flight,
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DERIVATION OF THE FORMULA

In reference 3, Theodorsen shows that the total load
on & wing section may be considered as the sum of a
“bagic’’ load, which is a function only of the shape of
the mean camber line, and an additional load, which is
a function of the angle of attack measured with respect
to the “‘ideal” angle at which the basic load occurs and,
to a minor extent, a function of the nose curvature.
He shows, further, that the distribution of the basic
load is a function of the mean camber, and that the dis-
tribution of the additional load is the same for any air-
foil except for a narrow region near the leading edge
where it becomes dependent upon the radius of the nose.

Figure 3 illustrates these points.

Fi1GURE 2—Resnlt of leading-edge faflore. Alr entering at the opening of the seam burst the fabrie

it has been adjusted to give the best accuracy in the
critical loading conditions.

The principal result sought has been the value of the
shear at the forward face of the front spar. Thus, the
formuls is developed to obtain this result and does not
include provisions for the rational determination of the
moment. An examination of pressure diagrams, how-
ever, indicates that the centroid of the diagram ares
forward of the front spar, whatever the spar location,
is confined within fairly narrow limits in terms of per-
centage of spar distance from the leading edge for all
airfoils. Empirical rules for the location of the center
of gravity of the leading-edge load are, therefore,
derived from which a static test may be devised to give
a reasonably correct value of the moment as well as the
shear at the critical section.

Neglecting the minor variations at the nose, we may
write, with only small error, for the whole wing section.

ON=OB +K (a—a;) (1)

where, Cy—total load coefficient

Og—Dbagic load coefficient at a;

K—constant additional load per radian

a—nominal or geometric angle of attack
(radians)

a;—ideal angle of aftack
For the present purpose it is of interest to examine the
portion of the load forward of the front spar location,
which is usually anywhere from 8 to 15 per cent of the
chord. Equation (1) may be modified as follows:

Os=k O +K' (a—ay) 2)
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where, Cs is the load coefficient forward of front spar a®=6.23 (y1—¥s) +0.47 (ya—7s)
face and k and K’ are appropriate constants.

Equation (2) is in such a form that the leading-edge | where ¥, 43, %, and ys are the ordinates of the mean
load is given as a fraction of the total load on the sec- | camber line, as fractions of the chord, with respect
tion. The use of the function (a—e;) restricts the | to a line joining the extremities of the mean camber
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F1aURE 3.—Pressure distribution above and below the ‘“Ideal” angle of attack

application of the formula to two-dimensionalflow, and, | line, at stations z;=0.00542 ¢, 2,=0.125¢, z,=0.874
for a practical case, the induced angle of attack ey | ¢, and z;=0.995 ¢.

would have to be determined and subtracted from c. The formula may be simplified and its use facilitated
Further, a; would have to be determined from the | by the substitution of a function of Oy for (a—a;).
Gauss solution of Theodorsen’s expression, viz: Referring to Figure 4, .
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Cy—Csp
o
Aa

(a—ar)=

ACy
where, A_= 5.5.

Substituting in equation (2), the following expression

is obtained:
Oy~ C’B>
5.5

At this point it is necessary to determine k, €5, and
K’. Tt has been pointed out that the distribution of
the additional load which arises as a result of any depar-
ture from «; is constant. The value of K’, therefore,
depends only upon the spar location, and graphical
integration of the additional load-curve area forward of

03 = IC OB +.KI (3)
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Froueke 4.—Relation between Cy and Cp

any particular front spar face yields the desired result.
C5 is a function of the mean camber line and varies
from zero for symmetrical sections to finite positive
quantities for cambered airfoils. It may be considered
negative for inverted sections. While its value may be
determined precisely only by means of pressure meas-
urements at the ideal angle of attack or by Theodor-
sen’s expression, an approximation is sufficient for the
present purpose. It may be said here, in justification
of this step, that the ideal angle of attack is the angle
at which the flow enters the leading edge smoothly,
corresponding to the Kutta condition for smooth flow
at the trailing edge. The basic load on the forward
portion of the section is therefore small compared to
the additional load imposed when the airfoil is at the
angle of attack of maximum lift, one of the critical
loading conditions for the leading edge. The same
argument applies for the other critical condition, that
of nose dive, in which, for commonly used airfoils, the

.30
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value of «a—cyis also large. The argument does not
apply to airfoils with very low camber near zero lift,
but in such cases the total loads are small and of little
interest. It is, therefore, assumed, for the sake of sim-
plicity, that the value of Cy is a function only of the
general shape of the median line and of the maximum
mean camber (measured always with respect to the
chord of the mean camber line), and that the value of
k, which is the portion of the basic load forward of the
spar, is & function only of spar location for airfoils of the
same general shape. To obtain working values of Oy
and k, curves have been drawn through theoretically
derived values for several airfoils of conventional and
reflex form with various cambers and, in the case of £,
for several spar locations.

a0
% of chora, (o4

]
0 5 10 5
Location of forward face of front spar in

F1aur £ §.—HK agalnst spar location

Before the formula ig put in its final form, the normal
discrepancy between theoretical and experimental re-
sults must be taken into account. This discrepancy
arises largely as a result of skin friction and is evidenced
by progresswely increasing pressure losses as the trail-
ing edge is approached. The effect is, therefore, to
shift the line of action of the experimental total load
forward of that for the theoretical load, which results
in an increase in the values of £ and K’. The multi-
plying factor for k and K’ was found, by a method of
averages, to be 1.17.

The formula may now be written

3 K’ 1.17 K'Oy
03—1.17<k— ﬁ) Ot ==L TN

5.5 @)
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The result is further con(iensed to
03=’ (—KIOB’l' KQGN) (5)

which is the final and useful form, giving what may be
termed the ‘‘leading-edge shear coefficient,”” or the
leading-edge load per unit chord, per unit span, per
unit ¢. From this, substituting Oy for Cy, the total
load per unit span is

wy,e,=Cs¥pV?
=(— KOst KC)e X %pV?)
where ¢, p, and V have their usual significance.

Curves for K, and K; as functions of spar location
are given in Figures 5 and 6, respectively, and curves of
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Locotion of forword face of front spor in
per cent of chord, (x)

FIGURE 6.—K3 agaiust spar location

Oz against maximum mean camber are given in Figure 7.
Figure 8 is included merely to show the manner in
which J/mex is measured.

COMPARISON OF RESULTS FROM FORMULA AND
FROM PRESSURE-DISTRIBUTION TESTS

TFor the purpose of checking the validity of the for-
mula by comparison with pressure-distribution dia-
grams, only those diagrams which were obtained from
the variable-density wind tunnel at high Reynolds
Numbers (reference 4) and from flight tests are used.
While a vast quantity of pressure-distribution date
from other sources is available, they have shown such
inconsistency among themselves and with variable-
density wind tunnel and flight results that it is
believed advisable to avoid confusion, and possibly
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misleading conclusions, by the elimination of them
from consideration altogether. )

A comparison of the calculated shear coefficients 03
with experimental values obtained from tests on mono-
plane airfoils in the variable-density tunnel is given in
TableI. It will benoted that the agreament is good at
high angles of attack for the variety of airfoils and spar
locations given, the maximum difference being 12.9 per
cent in the case of the N. A. C. A. 84-J airfoil with spar
location at 20 per cent chord.

At lift coefficients of zero or slightly below, represent-
ing the nose-dive condition, the agreement is quite good
at all spar locations for the R. A. F. 30 and N. A. C. A.
84 airfoils. Larger errors, however, are apparent for
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FIGURE 7.—Relation of C» to maximom mean camber

F16URE 8.—Maximum mean camber, §max of the Clark Y alrfoll

the M-6, Clark Y, and 84-J. There are several rea-
sons for this apparent decrease in accuracy. First,
differential normal pressures are less at the nose near
zero lift than at maximum lift when the air speed is
maintained constant. This condition results in larger
percentage experimental errors at the low angles of
attack, since small pressures are more difficult to meas-
ure with accuracy than large pressures. Second, the
peculiar shape of the pressure diagram for lift coeffi-
cients near zero is of itself a cause for greater experi-
mental error. Slight inaccuracies in locating pressure
orifices result in large percentage errors in the leading-
edge shear coefficient since the pressure gradient along
the chord near normal front-spar locations is extremely
steep. This source of error is an important considera-
tion when using test data from small models. In
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addition, since the leading-edge part of the pressure
diagram is roughly & narrow triangle in shape (see fig.
3), much depends upon the proper location of orifices
and upon accurate measurement at a pressure station
near the apex of the “triangle.” Such causes as the
above could easily explain most of the apparent 20 per
cent error in the results on the Clark Y.

In the case of the M—6 another source of error exists.
Because this airfoil has such a low camber, the value of
a— aris small near zero lift; thus the basic load, which
in the formuls is only approximated, largely predomi-
nates, In fact, it may be expected that, as a—ar
approaches such & value that the difference between
the ““basic’ pressures and the ““additional’ pressures
near the nose approach zero, percentage errors will
become infinitely great. These errors, however, have
no practical significance. It is to be noted, in this con-
nection, that the nose-dive shear coefficients for the
M-6 are quite small compared with those for the other
airfoils, excepting the symmetrical R. A. F. 30 section.

The greatest errors occur in the case of the N. A. C.
A. 84-J airfoil slightly below zero lift. Pressure dia-
grams for this condition, showing definitely that the
lower surface has stalled, indicate that these errors are
almost entirely a result of the abnormal shape, or mean
camber, of the section. It will be noted that the error
is almost entirely eliminated if the concavity in the
lower surface is removed to prevent this stalling; e. g.,
it will be noted that the error is small in the case of the
N. A. C. A. 84, which is simply 'the 84~J with the con-
cave lower surface replaced by a flat lower surface.

In view of the above discussion, the accuracy of the
results obtained with the formula applied to mono-
planes is considered reasonably good. It is to be
doubted that better results could have been obtained
without greater precision in test measurements and
appreciably greater coraplications in the method or
formula.

In Table IT results obfained with the formula are
compared with experimental results obtained in flight
on the M-3 and PW-9 airplanes having the Clark Y
and Gottingen 436 sections, respectively. The test
date represented in this table are of an appreciably
higher order of accuracy than those in Table I, having
been recently obtained after improvements in test
methods were effected. The maximum error on the
Clark Y in this tableis — 11 per cent, an amount which
is not greater than might be expected as a result of the
biplane arrangement. The upper wing in this case is
alone represented.

The error on the upper wing of the PW-9 airplane is
about the same in magnitude and of the same sign as
the error on the A{—3 upper wing in the high angle of
attack condition. In the nose-dive condition on the
PW-9 lower wing, however, the error is consistently
high, averaging about 30 per cent, while on the upper
wing in this condition the error is negligible.
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EFFECT OF BIPLANE ARRANGEMENT

No attempt is made here to include rationally the
effects of superposed wings as in biplane combinations.
The character of these effects should, however, be
understood and some provision made for them in the
design.

One airfoil mounted beneath another airfoil may be
considered to have two effects on the latter. First, by
virtue of its downwash at positive values of lift, the
lower wing causes the upper wing to operate at an
effective angle of attack which is smaller than that at
which it would operate as a monoplane. This
effect does not influence appreciably the shape of the
pressure diagram. Second, by virtue of the camber
of the upper surface of the lower wing, the streamlines
are curved even at an appreciable distance from the
wing, & phenomenon which results in a decrease in the
effective camber of the upper wing. This effect causes
a small forward shift of the center of pressure on the up-
per wing at high angles of attack and an increase in the
leading-edge load. Thus, it is to be expected that the
formula for leading-edge loads will give low values for
the upper wing at high angles of attack. On the M~-3
and PW-9 airplanes (Table II) the result is 11 per cent
too low. Most of this error, however, may be experi-
mental error and error from the formula. In view of
this and the reasonably small magnitude of the error,
it is not considered necessary nor advisable to make any
correction for the upper wing at high angles of attack.

The effect of the upper wing on the lower is likewise
small at the high angles of attack.

At or near zero lift the effect of the curvature of the
streamlines appears to be small on the upper wings of
both the M-3 and PW-9. On the PW-9 lower wing,
however, the effect appears to be quite pronounced, as
has been previously shown. A number of careful
tests near zero lift on this airplane all bear out the fact
that the shear coefficient on the lower wing is about
30 per cent greater than that on the upper wing or that
obtained from the formula. It is interesting to recall,
in this connection, that the leading-edge failure on a
recently built diving bomber occurred on the lower
wing in a dive. (Figs. 1 and 2.) This evidence, with
the results of the PW-9 tests, indicates that the
requirements for the lower wing of a biplane in the
nose-dive condition should he increased over those
for the upper wing or the monoplane. On the basis of
the PW-9 tests, it is suggested that this increase should
be 30 per cent in some cases. Since the effect is prob-
ably caused by an induced change in camber resulting
from curved air flow, it is more logical to include the
effect in the formula by increasing the value of Op
rather than by increasing the final result arbitrarily by
30 per cent. From the PW-9 tests it appears that the
value of Cp should be increased 40 per cent for the
biplane lower wing in the nose-dive condition. This
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correction is recommended for general use until more
information is available.

USE OF THE FORMULA

In any design, the strength of the leading edge should
be investigated for the two critical conditions, (a) high
angle of attack, and (b) nose dive. Experience, as well
a8 analysis, has shown that no other condition need be
considered and that in some cases, such as designs
making use of symmetrical or nearly symmetrical air-
foils and designs of large airplanes that are never dived,
the high angle of attack condition only is of interest.
To make use of the formula for these conditions, the
leading-edge shear coefficient Cs, and the dynamic
pressure ¥ pV* must be known. s, as has been shown,
is a function of the shape of the airfoil and of the value
of Cy corresponding to the condition being inves-
tigated. In a given design, with the airfoil and spar
locations known, the constants K, K;, and Cp are
readily determined from the curves given in Figures
5, 6, and 7. It is necessary to determine the values
of Oy and %pV? that will make the strength of the
leading edge consistent with the strength of the rest of
the wing structure. This may be done as follows:

Case I—High angle of attack.—The primary wing
structure is designed to fail in a condition correspond-
ing to maximum Cy with a certain specified load factor.
From the general lift equation, this is equivalent to
saying, -
AW =Cp,. SX% po Vi
where, n1V—the load at failure

n—high angle of attack load factor

W—weight

S—wing area

p—standard sea-level density

Vi—the indicated speed at which, with Cy,,_.,

the equation is satisfied

This speed Vj is the speed to use in the leading-edge
formula for the high angle of attack condition, and
ONpax the proper value of Cy. It is not essential that
O s, be determined with great precision, as any errors
introduced in the shear coefficient will be approxi-
mately compensated by errors of opposite sense in
V3, with a resultant small error in the total leading-
edge load. A representative problem, using the Clark
Y airfoil, has indicated that Cy,_,, may be in error by
as much as 25 per cent and cause only a 5 per cent
error in the total leading-edge load.

In the case of biplanes, proper account should be
taken of the relative wing-loading ratio. The above
discussion of Cly,,, applies strictly only to monoplanes.
It applies to biplanes when Cl,,,, is considered as that
for the cellule and is used to determine V2. The mean
lift coefficient for the biplane cellule should not be used
in the formula to determine the leading-edge load for
either upper or lower wings without correcting for the
relative wing-loading ratio. This may be done by
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means of the following simple expressions, the wing-
loading ratio being assumed known:
L+ Li=Wn
or,
L,=Wn—1,
where, L,—lift on upper wing
L—lift on lower wing
W—gross weight
n—H. A. A. load factor
Also,
ROy (upper) L,

y (upper) Ly, §_Wa=L, 5
Oy (lower) I,

S, L, S,
Then,

X

Solve the above equation for L,.

G Gorwen) =y P,

and Oy (upper) =R X Cy (lower) where V?is the value
found using the cellule Uy, . and the high angle of
attack load factor.

As in the case of the monoplane, the biplane-wing
lift coefficients found by the above method may not be
true values, since they depend on V2, which itself has
been found from an approximate cellule Oy,,,. How-
ever, this makes no practical difference, any errors

- resulting in the shear coefficient being compensated by

an error of opposite sense in V2 to give a substantially
correct leading-edge design load.

The above biplane correction has nothing to do with
the biplane corrections to the shear coefficient discussed
in the preceding sections and is used merely to deter-
mine the proper values of Cy for the individual wings.

Corrections to allow for the variation of Cy along the
span are not believed to be advisable in view of the
added complication which would be involved.

Case II—Nose dive.—In the nose-dive condition,
the terminal velocity or the limited diving speed should
be determined. The value of Oy may be found by a
solution of the conditions of static equilibrium for the
case under consideration. It is suggested that, for the
terminal-velocity dive, allowance be made for the possi-
bility of encountering gusts and for slight inadvertent
motions of the controls which may result in negative
lift coefficients. This provision is important because
the variation of leading-edge load with angle of attack
near zero lift is extremely rapid, the load increasing
greatly with small negative increments of lift coeffi-
cient. So little is known about atmospheric conditions
that it is difficult to establish a criterion for the de-
termination of the proper negative lift coefficients on
the basis of gusts. An examination of pilot-balloon
data taken at Langley Field over a period of three
months indicates that variations in horizontal wind
velocities may be assumed as 15 feet per second, which
would result in negative lift coefficients of from —0.15
to —0.26 in the average case, depending on the termi-
nal velocity. Other evidence exists which indicates
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that a value of 15 feet per second is not too conserva-
tive. In addition to the possibilities of encountering
gusts, there is also the fact that wings twist in dives
under the heavy torsional moments experienced with
the common wing sections. This influence may result
in negative lift coefficients at the outer portion of the
wing, even when the total lift coefficient is positive.
Since this effect increases with speed, it is probably
better to assume a constant negative lift coefficient for
all cases instead of one which would vary approxi-
mately inversely with the speed if a standard gust
were used as a basis. Until more is known about
conditions in the dive, it is felt that a value of Cy

not less than —0.2 should be used in the nose-dive
analysis.

The correction for relative wing-loading ratio is not
to be used for the nose-dive analysis, but the 40 per
cent increase in Cp for the lower wings of biplanes, as
recommended in the preceding section, should not be

forgotten.
TYPICAL PROBLEM

Given:
Airplane__________________ Biplane pursuit
Weight. . _______ 2,720 pounds
Area (upper)____._____ 184 square feet
Area (lower)____.___.__.. 88 square feet
Area (total) ___________ 272 square feet

Mean chord (upper)..-- 5.75 feet
Mean chord (lower)_.__ 4.00 feet

Airfoil: Clark Y
(Ymax=3.60 per cent; see fig. 6.)

H. A. A.load factorn_._____ 12

Spar-face location z__ _.____ 10 per cent chord

Relative wing-load ratio____ 1.2

Terminal velocity..._._.____ 280 m. p. h. (410

. p. s.) assumed
Required:
Shear at spar face on both upper and lower
wings in

(@) H. A. A. condition
(b)) N. D. condition
Solution:
Constants:
K;[ =().223
K;=0.367
GB =(.525
High angle of attack condition:
Cymax(cellule) =1.4 (assumed)
2nW
1.4Sp,
2X 12X 2,720
T 1.4X272X0.002378
'nW—Lz Sz
B= L X5

ve-

=72,100 (f. p. 8.)?

12X2,720

. (RSZH) (12x 1)

=9,300 pounds
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9,300 9,300
Ovi= VS, 8.7 % 88~ 123
and, Cy,=1.2%1.23=1.48.

Thus, for the upper wing:
wre.= (— KOs +E:Cy) g Vi

— (—0.223 % 0.525 +0.367 x 1.48) 200273

X72,100X5.75
=210 pounds per foot span, or

210
0.1X5.75

For the lower wing:
e = (—0.223X0.525 +0.367 X 1.23)

X72,100X 4
. =118 pounds per foot span, or

=365 pounds per square foot average.

0. 002378

0,111>§4='295 pounds per square foot average.

The preceding values are the total design loads.
Nose dive condition:
K;=0.223

Ky=0. 367] as before
Cz=0.525

Gy, =—0.200
0’;‘:,, _0'200} assumed for N. D.

O (corrected for lower wing) =1.4X0.525=0.735
Thus, for the upper wing:

Wy, (—0.223 X 0.525 —0.367 X 0.200)

X (410)’)( 5.75
=219 pounds per foot span.

0. 002378

For the lower wing:

g, =(—0.223X0.735—0.367 X 0.200)
- X (410)*X 4
=190 pounds per foot span.

The above values are the total applied loads. The
design load is obtained by multiplying by a factor of
safety, say 2, which gives a result of 438 pounds per
foot for the upper wing and 380 pounds per foot for the
lower wing.

It will be noted that it was not necessary to multiply
the high angle-of-attack results by two, since the factor
of safety was taken into account by using the design
load factor in the determination of V% The same
result would have been obtained by calculating V;? on
the basis of the expected maximum applied load factor
or n/2 (in this case, 6) and multiplying the final result
by the factor of safety, 2

APPLICATION IN STATIC TESTS

It is desirable, in static tests of the leading edge, to
use a rectangular load distribution. Such a distribu-

0.002378
T2
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tion is permissible if the stresses imposed at the critical
section in flight can be well represented in this way. If
the rectangular load distribution is to be used, the
moment at the critical section (always the forward face
of the spar) must, in addition to the shear, be approxi-
mately correct.

No attempt has been made here to rationalize the
determination of the moment of the leading-edge load
about the face of the spar, since an empirical solution
is believed to be within the limits of precision of prac-
tical static tests. Ithas been found, from an examina-
tion of a large number of pressure diagrams, that the
location of the centroid of the part of the area forward
of the front spar is, on the average, at 45 per cent of the
spar location (0.45 z) in the high angle of attack condi-
tion, and at 35 per cent (0.35 z) in the nose-dive
condition. The relative position varies slightly with
different spar locations and with different airfoils, but
within the usual range the variation amounts to not
more than three-fourths of 1 per cent of the total chord
or only a small fraction of an inch for the ordinary
airplane.

Static tests may, therefore, be made using a rec-
tangular load distribution, the center of gravity of the
load being at,

0.45z for H. A. A.
0.35z for N. D.

LaNaLEY MBMORIAL AERONAUTICAL LLABORATORY,
NaTIONAL ADVISORY COMMITTEE FOR AERONATUTICS,
Lanarey Frewp, Va., January 16, 1931.
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TABLE I

COMPARISON OF SHEAR COEFFICIENTS FROM
FORMULA AND FROM PRESSURE-DISTRIBUTION
TESTS IN THE VARIABLE-DENSITY TUNNEL

R. A. F-30 ATRFOIL
Maximum mean camber=0% ¢; Cp=0

lsolgf i K1 “ Error,
tion Cr (from | (from % ’ Remarks
(%0 curve) | curve) | Com- | Bxperi-
puted | mental
+1L20| Q163 | 0222 | 0.268 0.253 51 H. A. A. condition.
=+ 05 .162 .222 L2011 <224 —=58
5} £.76 . 162 .22 .169 .178 —4.0
T b7 . 162 222 127 17 85
=+ 34 .162 222 . 0755 074 2.0
+1.20 .23 .361 .433 443 —2.3 | H. A, A, condition.
=+ 85 .23 .361 343 . 376 —88
10| =7 .23 .361 <274 2 —6.8
= 57 223 . 861 .208 204 10
+.34 .23 .801 .123 .129 —4.7
+120 252 477 572 . 589 —2.9 | H.A. A, condition,
.85 . 252 477 .453 .488 —6.8
15| =78 <252 AT7 . 363 . 385 57
= 57 .253 477 .272 2684 3.0
+.34 . 262 AT .162 171 —6.3
120 .38 .571 .685 . 702 —2.4 | H. A. A. condition.
=+ 85 .238 571 . 543 57 -5.9
2| £78 .238 571 434 .453 —4.2
=+ 57 238 Lb71 .328 .316 35
+. 34 <238 571‘ L194 208 —-8.7
N. A. C. A. M-6 ATRFOIL
Maximnm mean camber=2.215% ¢; Cp=0.228
Cs
8par K §re
1 b 4 Error,
Iﬁg Ce éurve) égrov% Com- | Experl- o ) ks
(%) puted | mental
res| ocme| azze| a2s | 0101 | 7.9
s| BBl Ml %25 M | “as | %o [/B- A A condition.
—.10 . 149 222 | —. 0560 | —. 0639 | —12.5 | A, mﬁﬂ N.
lg. con
108 .102 .361 347 337 3.0
| TRl Bl S| 3| 3% | 38 [J8- A A condition.
—-.10 192 .361 | —. 0705 | —. 0808 | —1.68 m&aly N.
. condition.
LG8 .192 477 .472 .448 5.4
15| Tos| 3| dm| i | 4 | —2|fH-A.A.condition.
—.10 .192 477 | —. 0911 | —. 0833 941 Ap dlttialy N.
. condition.
108 167 571 570 54 7.0
2| Los| .we7| .67 | .62 | -&89 -8 [JE- . A. condition.
—.10 .167 571} —. 0048 | —.0T82 2.2 A%%y N.
. condition.




258 REPORT NATIONAL ADVISORY COMMITTEE FOR AERONATUTICS

TABLE I—Continued

COMPARISON OF SHEAR COEFFICIENTS FROM
FORMULA AND FROM PRESSURE-DISTRIBUTION
TESTS IN THE VARIABLE-DENSITY TUNNEL—Con.

CLARK Y AIRFOIL
Maximum mean camber=3.6%¢; Cp= 0.526

~
Cs
Spar K
o 1 Ky
]t?g?: Ce (trom) (trom) o E;r%?r, Remarks
curve) | curve, m- | Experi-
(%) puted | mental
L49| o162] 0.222| o216 | 0247 | —0.4
tal %@l 53| %52 | %% | 124 JE A A condition.
5 .2 .162 .222 | —. 0805 | —. 0799 .8 Aﬁ?t‘mximnta 2010
; —10| @) .22|-17 |—106 | 223| ApproximatoN.D.
| con on.
I
40| .28 .se1| .4m1 | 434 | —a0
Lu| 2| 31| 4@ | 3 %8 [JE- A. A. condition.
10 .02 .23 .361 | =110 | —.120 -8.3 ABPmeimate 1610
\ —19| .23 .31 -1 | ~13 | 216 ApprosimateN.D.
N cont on.
Leo| .oma| .am7| .sm | .m0 | —1L7
Tie| 25| 47| B | B | "Lf[E A A conattion.
sl Ja2) 477| —128 | —137 | —102 [ Approximate zero
—10| .22 47|23 | ~10 | 17.4| Approzimate N.D.
CO! on.
—
Lio| .ms .em| .| .3 .6
L4 | 28] .571| less | Cesr &3 |JE- A- A. conditton.
20| 02| .me| | —13 |—140 | —200]4 te zero
—. 19 238 S| —232 | — 224 36 Approdxi{an:teN.D.
’ cont n.
N. A. C. A. 84 ATRFOIL
AMaximum mean camber=5.25% ¢; Cp=0.762
Spar £, Cs
N 1 pi¢]
i I (from) (trom) Erpor, Remarks
Curve, curve, Com- Em.
(%) puted | mental
L51| nie2| o222| oom2| aze! —1o
87| e x| . .80 e |fH- A A. condition.
5| o G2 la2| - —120| 25 [ Zerolitt.
—19| &) m| —w8| —10| 44)ApproximetoN.D.
con:
Let| .28) .set| .35 .ame!| —s3
15 3| | asl 5l 53 [E A A conattion.
10f 0 23 lz61] —170| —181| —61 | Zerolit.
—19| 23| ‘31 —23| — 239 " | ApprosimatoN. D.
con on.
Lot .253| .4m| e8| .sm| —20
19| | iy a3 29 [E A A conattion.
15 ‘252 | 47| —l1m2| —208| —68 | Zerolim.
—-.19 . 252 ATT| —.283| —.284 —.4 ApprgfgmtaN.D.
con (111 8
Let| .zs{ .&7m| .esma| .es9| 1.9
15| :2s| com| el cse| %8[E A A conaition.
20| o ‘38| 57| — 180! — 214 | —159 [ Zeroltt.
— 19| .238 B71 ) —.289 —310| —6a.8 ApprgjxtiﬁateN.D.
con .

TABLE I—Continued

COMPARISON OF SHEAR COEFFICIENTS FROM
FORMULA AND FROM PRESSURE-DISTRIBUTIOM
TESTS IN THE VARIABLE-DENSITY TUNNEL—Con.

N. A. C. A. 84-J ATIRFOIL
Maximnom mean camber=7.3% ¢; Ca=0.97

Spar Pre e Cs
loca- 1 2 Error,
CL (from | (from ’ Remarks
tion Com- | Exper!- %
(%) carve) | curve) | pntad | ‘men °
L72| 62| 222! o225]| o020 —22
s| Les| .| .am| ms| .| 00 JEL A. A. condition.
0 62 .22 | —1s1| —.163| —3.7 [ Zerolitt,
—16| .163| ‘22| -3 | —i21| 505 Appr%.}itllnate N.D.
con on.
13| .223) .se1| .405| .410| —12
ol L8| B 3| wma| a0 Ta3 [JEAAcondition.
0 23| 31| —28| — 22| —107 | Zero lift.
—.18 .23 . — 274 | —.200 33.0 Apprg’xit?mtoN. D,
cont 0D.
L72) .23 .47 sis| .se4| 21
| Les| x| lam ‘38| &i[}E A A condition.
0 (252 417 | —244| —.288 | —14.7 | Zevo Mt
-—.18 .252 ATT| —.321 | -—.288 25,4 Appr%ﬁllnnteN. D.
con 0n.
172! .m| .em| .| .m3| &6
o L8| .ms| lsm| lm2| lem| 129 JE. A. A. condition.
0 238 — 229 | —310 | —28.1 | Zero lift.
—.16 . 236 L7 =320 —. 1L1 Apprgﬁxjnato N.D.
con on.
TABLE II

COMPARISON OF LEADING-EDGE LOADS A8 COM-
g‘EITCFE]{)T TO THOSE LOADS OBTAINED IN ACTUAL

CLARX Y ATRFOIL (UPPER WING DOUGLAS M-3)
Maximum mean camber 3.6% ¢; Cp=0.525; Chord 5.667 feet

Wi,

Spar K | E&

loca- 1 1| 8pead Error,

tion | Car |(from | (from ¢tn" | (oop, |(Exper-| “or™ 1 Remarks
(%0 carve)| curve) puted) imen-

L3533 | 0.181} 0.2856 | 107.6 28.3 29.6 | —~1L0 | H, A. A, condl-

on.
7.2) 0144 | .101| .285( 128.0 10.6 0.6 10.6
—. 2344 | 191 | .285) 122.6 16.9 18.0 5.0

GUOTTINGEN 436 AIRF(I))% 9()UPPER WING BOEING

Maximum mean camber 3.565% ¢; Cs=0.515; Chord 5.42 feot

L.743 | 0.252 | 0.477 | 144 03.7( 103.6| -9.6
1.648 <252 | 477 | 214 193.7 | 2020| —4.1
1.682 L2521 477 | 183 145.1 | 161.7 | —10.3 {;H. A. A, condi-
1.810 .23 .477| 180 183.1| 1863 | ~7.4 tion,
1.680 .262 | .477 | 212 197 203.0| —5.6
15| .0564 ) .262| .477 ] 360 —88.0] —73.2 17.5 | Approximate
zero 1ift,
—. 3466 1 .262 | .477 | A1 —-84.6| —856( —1.2
—.4813 | .252 | .477 207 —9028| 028 0
—.3668 | .252 | .477 | 205 —82.6 | —-83.6| ~—1.2
—. 3706 § .262 | 477|212 ~00.1 | —80.6 .8
L0401 | .252 | .477 381 -103.8 |—107.0| —3.0

GOTTINGEN 436 AIRF%IV% gI)JOWER WING BOEING
Marximum mean camb er 8.55% ¢ Cp=0.515; Ohard 4.23 feat

1o e | i ami| &3 &3 =R
1257 ‘2408 | la1s|1m| er1| 74| 47 |{HA.A.condl
L34 | 2t05| (a15|180| 93| 728| —48 :
Loo7 |'2405 | ‘a1s|212| 852 ss4| —.2
T0403 | [2405 | 416 ]360| ~—60.8 |~117.0 | —40.3 | Approximate
zero lift,
—314 |.2005| 415 a1 | —se.o|—78.0] —281
12.2{— 3% |08 | (435|207 | —ex9|—768|—-=.3
%01 |-ot05 | o415 |205| 58] —e3.2 | —18.0
313 |-as05 | 415 | ;2| erd| =720 —20.3
s0378 [ s2405 | 1415 [3e8 | —728 1000 —27.3
087 | 2405 | J415|387| —80.7| —840| —289
t0007 | 2405 | c416 | 370 | —s73| —si2| —2e
0018 | S2405 | s418 383 | —&7.0| —780| —269
(130 | 2405 | 1415|361 450! —cas| —3L0




